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Abstract 
One of the core concepts in transport and economic geography states that transportation is a derived demand, for both 
passenger and freight transport. There also exist considerations of logistic matters as endogenous variables for economic 
strategies. Therefore, understanding freight demand requires a close analysis of the factors that influence individual decisions. 
Collecting the necessary data is difficult though, due to the great heterogeneity of decision makers and the complexity of the 
decision-making process as well as the interdependency of the various actors. It is the aim of this research to contribute to 
understanding these interdependencies. A new systemic view on the interaction of actors and their influencing factors are 
provided. The results of the research allow for the development of indications for quantitative survey and additional for the 
modeling of changes in market structures on transportation demand. 
© 2012 The Authors. Published by Elsevier Ltd. Selection and/or peer-review under responsibility of the Program Committee. 
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1. Introduction 
Many solutions are experimented in Europe to achieve a more sustainable freight transport system. The main 
objective is to increase the share of non-road modes. Among these solutions, investments in new infrastructures, 
development of new transport services as well as of new technologies are experimented.  
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Even if it is assumed that the main cause of increased emissions is the growth in transport demand [1], the vast 
majority of actions to reduce the carbon footprint of the transport sector has been taken within the transport sector 
itself, without a closer analysis that aims at the identification of the key drivers of transport demand. 
In fact, the dominating share of road mode is also linked to its suitability to the characteristics of the production 
systems. The spreading of JIT and the consecutively smaller volumes of individual shipments together with the 
increasing frequencies of these shipments [2] generate new features for transport demand and explain why road 
has become the most relevant mode. That is why some authors propose to consider the conditions of production 
to achieve more sustainable freight transport [3]. But that is not possible without taking into account all the 
drivers of the transport demand in a sufficient way. Furthermore, it is important to go beyond the production 
system and consider the role of the distribution system.  
The distributive trade has undoubtedly a key role to play in sustainable production and consumption, as 
highlighted in the EC’s proposal for a SCP (Sustainable Consumption and Production) Action Plan. Mainly, 
retailers have an important role to play in initiating green actions and raising consumer and producer awareness 
on environmental issues [4].  
The trade sector itself, due to the size of its activities, generates impacts on transportation and has also an 
important role on the transport demand of its suppliers and other partners.  
The aim of this paper is to provide a methodology to analyze the impact of the distributive trade on transport 
and to assess its role as a key driver of the transport demand. We provide new indications which reflect structural 
changes in goods transportation by the individual behavior of firms. 
2. The role of the retail sector in the transport demand: a literature review 
Transport activities serve the needs and wants for other activities and transport demand is influenced by a 
range of external sectors and factors [1]. One of the core concepts in transport and economic geography states 
that transportation is a derived demand, both for passengers and freight transport alike. This assumption is 
reflected in the conventional literature which underlines that transport exists because it is the expression of a 
spatially differentiated function of supply and demand and that it is thus considered to be “derived” from other 
activities [5]. Besides that there are also arguments that transport demand cannot solely be considered as a 
derived demand, because of the integration of the logistical matter (time, space and cost) and the opportunities to 
exchange goods in an efficient way into the production system [6]. 
But, as the businesses increasingly adopt sophisticated Supply Chain Management strategies, freight shipment 
decision-making process is becoming even more complicated. “Complexity of the decision-making process, lack 
of an acceptable freight modeling framework, and freight data scarcity are the major obstacles” [7]. This article 
wants to progress in that direction and it will consider the entire supply chain. 
2.1. An interdependency of the strategies along the supply chain  
Many management works concerning “filière”, “Supply Chain”, “Global Commodity Chains”, “Global value 
chains”, or “international production networks” insist on the interdependency between the actors’ strategies. This 
variety of terms and concepts in the literature wants to describe the relationships in complex networks. They 
consider the firm in its productive environment: The value creation does not depend only on the optimization of 
the processes and on the internal activities any more, but on the optimal allocation of the resources along a chain 
involving an increasing number of actors with various interdependences. “Each of the contending concepts, 
however, has particular emphases that are important to recognize for a chain analysis of the global economy” [8]:  
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• “Supply Chain” is a labeling of the evaluation of input-output structures of value adding activities. It starts 
with raw materials and closes with the final product. 
• “International Production Networks” is focused on international production relationships in which global 
oriented corporations act.  
• “Global Commodity Chains” emphasizes the internal governance structure of supply chains. A distinction in 
producer-driven vs. buyer-driven is widely established.  
• The “filière” concept is less a closed theory then a representation of a set of studies that have analyzed 
characteristics of production networks. The “filière” can be defined as a structure composed of distinct and 
separable technological stages of production that are associated with the use of specific resources and/or with 
the making of a specific product [9; 10].   
• “Global Value Chains” highlights the relative value of activities which are required in the process of 
conception, different stages of production up to the final sale and deposition of products. 
All these concepts insist on the concept of chain’s piloting, through a greater coordination of all the activities 
of the firms involved in the supply, the production and the physical distribution of products. They are based on 
the idea of an optimization, first of flows, then more widely of interactions. It helps taking into account the 
productive and institutional environment in the strategic decisions of the firms. These researches focus on the 
logistics interactions that take place among the functions of marketing, logistics, and production within a firm and 
those interactions that take place between the legally separate firms within the product-flow channel. 
2.2. From a supplier to a retail controlled supply chain 
The distributive trade plays a major role in the supply chain. Distributive trade is defined by OCDE as: 
wholesale trade, retail trade and repair shops for cars and bikes. Many researches put the emphasis on the changes 
from a supplier to a retail control supply chain but there is less about the impacts of these changes on the 
characteristics of the transport demand. An evolutionist process with three steps [11] enables us to understand the 
logic behind the development of the retailers’ logistics:  
• At the beginning, the control of the flows in the distribution channel remained under the control of industrial 
firms and wholesalers, which were the only ones able to deal with wholesaling. 
• Then, following quite diverse trajectories, the first insourcing strategies of the logistics activities by the 
retailers appeared. The first logistic initiatives taken by major food retailers occurred early on [12] and took 
place in the 1920s, when branch firms implemented a network of regional warehouses for the procurement of 
their stores. The goal was to benefit from the leverage effect due to the multiplication of branch firms to short-
circuit wholesalers and to have direct links with providers [13] in order to reduce the cost of products. As a 
consequence, the retailers’ warehouses became the major node of the traffic and transport patterns. 
• The last step is based on a will to rationalize and optimize the flows to obtain a lasting competitive advantage 
towards the upstream actors of the sector. 
Retailers progressively impose the location, the volumes and the frequencies of the deliveries. That means that:  
• The location of the stores and the warehouses of the retailers and wholesalers has an impact on the geography 
of the flows  
• The optimized logistics organization of the retailers and wholesalers has an impact of the nature of the 
transport flows (volume, frequencies) 
 
278   Corinne Blanquart et al. /  Procedia - Social and Behavioral Sciences  54 ( 2012 )  275 – 285 
We have to go beyond the analysis of the complexity of the decision-making process, as far as transportation is 
concerned. In contrast to passenger transport, “freight choice behavior has not concentrated in a single agent but 
rather, especially in recent years, distributed jointly over multiple individuals and firms in a logistical chain” [14].   
In particular, we would like to look more closely into the interdependency between actors, along the whole 
supply chain (SC), including actors of the distributive trade. In particular, the structure of the SC, from a supplier 
to a retail control supply chain, and its role on the transport demand will be focused.  Hence the interactions 
between the structure of the SC and the transportation decisions are the core of our analysis. 
3. The lack of data 
The European Environment Agency highlighted a knowledge gap and a need for more research on the 
transport consequences of non-transport decisions. Non-transport decisions are described as external drivers, that 
mean external sectors and factors that drive transport demand. “It is therefore natural that transport demand is 
influenced by decisions and developments in sectors external to transport, such as business, education and retail. 
Furthermore, all sectors including transport are subject to influences from a range of economic, social, spatial, 
cultural and technological factors” [1].   
It has been observed that European experience of managing transport demand by non-transport sectors, like the 
manufacturing or the retail sector, is often undocumented, insufficiently highlighted or stays within the national 
boundaries of the EU Member States [1]. The difficulty is to include the complexity of the logistics process in the 
data collection. Some surveys give a partial answer on these interactions between the structure of the SC and the 
transportation strategies, but this answer has to be completed. 
 
3.1. Traditional data for freight transportation  
National freight flow surveys conducted in most countries typically emphasize on collecting information 
concerning with weight and types of commodities, key transport modes and shipments’ origin-destination. 
Therefore freight transport is commonly measured and described using (loosely) two terms: commodity flows 
(CF), and vehicle flows (VF). CF are represented by an OD matrix and the focus is on type and quantity of 
moved goods vis-à-vis VF, represented by traffic flows in different modes, where the focus is on the vehicle and 
its operation. From the economics perspective, freight transport demand constitutes a derived demand, meaning 
that its existence is derived from the need to move goods between different points in space. Consequently, the 
primary focus of attention should be the CF as they are motivated by goods consumption by the community, 
representing the actual demand. Nevertheless, vehicle flows are the result of logistics decisions made by the 
carriers and therefore they are useful in identifying the assignment paradigms needed for the supply models. 
Thus, both types of flows are needed, but there is also a need on physical flows between actors in a Supply 
Chain. Almost none of the official statistics contains comprehensive information of characteristics of freight 
firms (e.g. senders, receivers and intermediaries) and operational logistics activities provided for each individual 
consignment [14].  
3.2. A lack of data to describe the complexity of the decision-making process for transportation  relationships 
between transport systems- production systems and distribution systems 
The combination of various types of freight surveys [15; 16] may yield a variety of new problems, both at 
theoretical and practical levels. Excluding the external data sources, the most common types of surveys to be 
combined are decision makers (DM) surveys and drivers’ surveys. The DM’s surveys involve direct interviews 
with shippers, carriers or consignees gathering valuable information about the freight transport decision-making 
processes at operational level. 
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The French and German shipper surveys give a partial answer to the analysis of the freight agent´s 
transportation behavior with respect to logistics constraints and supply chain relationships [17].  
ECHO was developed in 2004 by the French National Institute for Transport and Safety Research (INRETS). 
It is an updated version of the 1998 survey. A unique feature of the ECHO data is that some of the shipments 
were individually monitored from their origins to final destinations, of which all related agents were interviewed. 
That means information was collected not only from shippers as in other traditional surveys, but also from 
recipients and all operators involved in the organization or in the transport operation including associated 
logistics service providers. Given that, the survey is able to establish a detailed reconstitution of both physical (or 
modal) chains (e.g., trip sequence, logistics hubs passed through, travel distance, travel time and types of modes 
and vehicles used) and organizational chains through the identification of all stakeholders and their role in the 
shipments (e.g., the number of stakeholders, nature and status of policy makers and operators, organizational 
connections and sub-contracting relationships).  
The German survey was initiated by the DLR Transport Research Institute (DLR= German Aerospace Centre) 
and is a representative study of the changes in goods transportation in Germany. Two questionnaires to firm sites 
of the manufacturing sector and the logistics sector data were collected to detect the interdependencies between 
these sectors. Both surveys covering indications according: the properties of the firm site (number of employees, 
turnover, product portfolio, location, access to infrastructure, etc.), their organization of their transport (mode, 
frequencies, decision effecting factors, etc.) and their supply chain (number of suppliers, number of customs, 
distance to supplier and customs, etc.). For single indication the development in recent years was also detected.  
The French survey ECHO and the German survey point out that economic links are becoming more complex, 
and the ECHO survey shows the increasing role played by wholesale traders in the distribution of goods. But it 
also indicates that this role is not well known statistically speaking. The surveys show that the production process 
is complex in sense of the organization of flexible, multi-site and coordinated modes. They put the stress on the 
role and importance of interdependent decision making in freight transport behavior. The research also highlights 
the potential there may be to bring about change in transport practices and its organization by modifying models 
of production. But the two surveys scope excludes the distributive trade.  
For a full view to the supply chain, the role of the single actors within the supply chain and their impact on 
structural changes in transport demand, we have to consider also the distributive trade. 
4. How to fill the gap: Our methodological proposition for a retail survey 
The distributive trade is distinguished between the wholesale and retail trade; repair of motor vehicles, 
motorcycles and personal and household goods by the official classification of business branches [18].  
It includes the following divisions:  
• Sale, maintenance and repair of motor vehicles and motorcycles; retail sale of automotive fuel.  
• Wholesale trade and commission trade, except of motor vehicles and motorcycles.  
• Retail trade, except of motor vehicles and motorcycles; repair of personal and household goods. 
Retailers’ logistics strategy is an issue that has been largely ignored by researchers. Nevertheless 2 types of 
researches can be distinguished: the ones that identify the components of retailers’ logistics, and the ones that 
highlight the key drivers and trends shaping how retailers operate their logistics business. 
 
The challenge of the paper is to go beyond the opposition between these two types of researches, in order to 
highlight the interdependencies between the logistics’ components and their environment. Therefore we 
conducted a literature survey and constituted the bibliographical corpus of this review from using the following 
keywords: retailers’ logistics, retailers’ transportation, and retailers’ supply chains. Furthermore we did 
researches systematically with databases of scientific journals and of congresses (Elsevier-Science-Direct, 
JSTOR, Springer, TRB, Wiley). The analysis of this literature survey questions the conception of how the 
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transport system operates. On one hand, the transport system and its functioning are still conceived in terms of the 
neoclassical paradigm of supply and demand. Thus it is thought possible within the market context to achieve the 
objectives of optimized transport by acting on prices and costs. Similarly, every company is supposed to adopt the 
same type of behavior. On the other hand, other researches feel therefore that it is more important to understand 
the system in which the company operates and the factors that determine its action. This question requires an 
understanding of what precedes behavior. In this, it is essential to draw on institutionalist theories, and mainly on 
regulation theories in order to zero in on the factors that determine behavior. “What do we see upstream from the 
behavior of individuals? How do we see the formation of societal effects, and in particular collective objects, 
from the latter? The first question raises that of the rationality of behavior: do we see rationality at the origin of 
behaviour and if so, how do we conceive it? The second question raises that of the status of a holistic view 
whereby societal wholes are not merely the sum of individual actions” [19]. The main benefit of such theories is 
to adopt a conception of transport strategies as embedded, both internally with other strategies and also externally 
with the company’s environment. Several conditions must be met for a strategy to be viable. It must be possible 
for the company to implement the strategy (internal requirement). But this strategy must also be coherent 
(external coherence) with the macroeconomic context. While the company interacts with its national context, it 
also develops particular relations with its own sector. The idea then is to consider not only the macroeconomic 
influence on company strategy, but also that of the sector [20]. We followed this framework to classify the key 
drivers of retailers’ logistics strategies. Here is described first the retailers’ logistics strategies before presenting 
the three macro-meso-micro categories of key drivers. The result is a theoretical scheme about the decision 
making process for retailers’ transport and logistics strategies.  
4.1. How to describe the wholesalers and retailers’ strategies for logistics and transportation? 
Three dimensions are essential to describe the retailers’ logistics and transportation.  
• Physical transport operations become more and more integrated into complex logistic systems. Beyond 
transport operations, strictly speaking, transport firms deliver various services of management of flows, input 
to (and sometimes also management of) information systems, co-packing, co-manufacturing etc.  Freight 
transport operations have become more and more complex and differentiated over the past 30 years. Beyond 
shipping and handling goods, they more and more often include operations such as the treatment of 
information flows, the differentiation of goods for the final customer etc. The conceptual representation of 
freight transport exclusively in terms of flows of goods thus becomes less and less relevant to the realities of 
the freight transport sector. That’s why the description of the logistics services have to be associated with the 
transport features [21]. 
• Logistics and transport services can also be described in terms of physical activities (e.g. transport, storage) as 
well as non-physical activities, related to the organization modalities of these physical activities (e.g. supply 
chain design, selection of contractors, freightage negotiations) [22].   
• This logistic and transport activities rely on material and immaterial assets: the transport fleet, the 
development of retailers’ regional distribution centers (centralization or decentralization of the warehousing), 
or the use of information technology systems (e.g. EDI, EPoS) also affected the retailers’ logistics and 
transport strategies [23]. The assets are identified by Fernie and Sparks [24] as key components for the 
retailers’ logistics and transport strategies. For example, retailers manage warehouses or distribution centers to 
enable them to keep stock in anticipation of or to react to, demand for products. Retailers have also become 
increasingly concerned with being able to capture data at appropriate points in the system and to use that 
information to have a more efficient and effective logistics operation [24]. 
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Among the key drivers for the logistic and transport strategies of the retailers, it is possible to classify the 
factors of the literature review into: micro, meso and macro drivers. 
4.2. The micro-economic “industrial” strategy of the retailers: what do they sell and how do they organize their 
sales’ strategies? 
At the micro level, Regulation theories on the company have focused on the identification of profit strategies 
and its modifications (see in particular [25] and [26]). The analytical framework proposed by these authors 
identifies six fundamental sources of profit: volume, quality, diversity, flexibility, innovation, and constant cost 
reduction. Two conditions must be met for a profit strategy to be viable. It must be possible for the company to 
implement the strategy (internal requirement). This internal requirement can be analysed through three major 
components of company strategy: product policies, production organisation, and employee relations. 
For the trade related transportation, these sources of profit and internal requirements raise 3 major questions:  
• Which products are sold?  
The research conducted by IBM Global Business Services also identified a number of internal key drivers 
among which the growth of private label product ranges, and the use of private label to differentiate the depth, 
breadth, price and quality position of the retailer’s brand. 
• Which marketing strategy is used?  
Another important key driver is also the move towards providing a near constant stream of new merchandise 
through introducing ‘mini’ seasons, special events, improved features, or simply more choice - all to keep the 
product offer fresh and attractive to ever more discerning customers. The reduction in product lifecycles may 
include: fast track product development, the use of information portals to more quickly identify potential 
suppliers, and the postponement of product completion until demand patterns emerge.  
• Which type of shops or network of shops is chosen?  
The nature of trading formats, the complexity of these at a company level in addition to the size are listed by 
Fernie [27; 28] as important factors for the logistics strategies of the retailers and wholesalers.  
 
4.3. The “meso-economic” supply chain strategies 
Following Jullien and Smith [29], meso-economic strategies refer to sectorial dynamic identified around 
relationships. These relationships qualify the nature of the company’s relations with what the authors consider its 
four principle partners: clients, suppliers, investors and employees. From the retailers’ point of view, the 
relationships with the wholesale stage are also important to consider.    
Retailers are pushing for control further to earlier stages within the supply chain to break down all cost 
components. Taking on the procurement of raw materials and seeking visibility of the bill of materials costs help 
to drive out cost and leverage component parts across products. They also have the desire to integrate the 
purchasing of new products through global sourcing with more traditional replenishment strategies to eliminate 
‘lot–size’ orders, matching actual demand ‘pull’ as closely as possible to drive down inventory and improve 
availability. 
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4.4. The Macro-economic factors related to the competitive framework 
The twin demands of new social and regulatory requirements on the one hand and consumer concern over 
ethical sourcing and environmental issues on the other are driving a need for proactive management by the 
retailer on all aspects of product “traceability”. Regulating laws as for example rules for land use planning are 
also very important. The complexity of the decision-making process for the retailers, as far as transportation is 
concerned, is described with the scheme shown in Erreur ! Source du renvoi introuvable.. 
Figure 1: System for the decision-making process in retail. 
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Ͳ ĞŶƚƌĂůŝůǌĞĚ;zͬEͿ
Ͳ KƵƚƐŽƵƌĐĞĚ;zͬEͿ
Ͳ ^ŝǌĞŽĨƚŚĞdŽƵƌ
Ͳ dǇƉĞŽĨƚŚĞdŽƵƌ
͘͘͘
'ĞŶĞƌĂůĨĞĂƚƵƌĞƐ
Ͳ sŽůƵŵĞƐ
Ͳ &ƌĞƋƵĞŶĐŝĞƐ
Ͳ ŽƐƚ
Ͳ dŝŵĞ
Ͳ dƌĂŶƐƉŽƌƚ^ƉĞĐŝĨŝĐŝƚǇ
͘͘͘
dǇƉĞŽĨƚŚĞƐƐĞƚƐ
Ͳ WŚǇƐŝĐĂůZĞƐŽƵƌĐĞƐ
;&ůĞĞƚ͕&ĞĂƚƵƌĞƐŽĨƚŚĞ
ƌĂƚĞŽĨůŽĂĚŝŶŐ͕͙Ϳ
Ͳ /ŵŵĂƚĞƌŝĂů
ZĞƐĐŽƵƌĐĞƐ;Z&/͕dΘd͕
͘͘͘Ϳ
͘͘͘
dƌĂŶƐƉŽƌƚĂƚŝŽŶĂƐĂĞƌŝǀĞĚĞŵĂŶĚ
>ŽŐŝƐƚŝĐĂůDĂƚƚĞƌĂƐĂŶŶĚŽŐĞŶĞŽƵƐsĂƌŝĂďůĞŽĨƚŚĞ^ƚƌĂƚĞŐŝĞƐ
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Table 1: Example of relevant key drivers 
Logistics features Most important micro drivers Most important meso 
drivers 
Most important macro 
drivers 
Transport 
features 
Spatial patterns of the 
warehousing policy 
Group or corporate/ affiliation 
Location of the shops (nationwide 
vs. region) 
 
Location of the 
suppliers 
Planning policy Transport 
Time 
Load rate 
Volumes 
Distances 
 
5. Conclusion and future methodological steps 
The operationalization of this socially embedded conception of logistics and transport strategies lies on three 
different steps:  
• First of all a qualitative survey is carried out to describe the logistics and transport organization and the micro, 
meso and macro environment. Therefore interviews have to be conducted with all the actors of the supply 
chain. The objective is to specify the assumptions concerning the links between specific logistics and transport 
features and specific micro-, meso-, macro-drivers. The result could be presented through a table similar to the 
sample given in  
• Table 1. 
• In a second step a factorial data analysis should be undertaken to check the assumptions concerning the links 
between specific logistics and transport characteristics and specific micro-, meso- and macro drivers. To do 
so, the different elements of the questionnaire should be transformed into indicators, whose answers could be 
codified. An example is given in annex 1. Groups of retailers with the same logistics and transport behaviors 
can then be identified, highlighting the diversity of strategies according to the internal and external contexts.   
• Once the links between specific logistics and transport characteristics and specific micro, meso, macro drivers 
are checked, the associated indicators can be used to conduct a quantitative survey, to quantify these links. 
The range of characteristics of the indications and a hierarchy of impact on transport related features are also 
an outcome of the quantitative survey. The results of these could provide to have information which can 
improve the modeling of goods transport. 
• To follow the ideas of the work, the last step would be to prepare a modeling approach which is taking into 
account the new perspective of the description of the retail related transport system. The advantage would be 
the consideration of the key drivers of transportation demand in supply chains of the retail sector and the 
description of effective measures to influence unwanted effects of goods transportation. It has to be proofed, 
which modeling approaches are suited beside the 4-step-process or a commodity flow based design. System 
dynamic approaches are also in the range of opportunities. By built up a model we are able to obtain the 
influence of measures like political, organizational or technical ones.   
 
With this paper a first holistic view is provided which is able to guide the analysis of the decision making 
process for transport and logistics strategies. We aim to show first the diversity of logistics and transport 
strategies and secondly the complexity of their determinants, both internally and externally. 
In the case of the retail industry, it is procurement and distribution constraints that generate flow organization 
and transport needs, which have to be met in a suitable manner. These needs are made more complex by the 
number of actors involved in the distribution process (suppliers, other points of sale, customers, subcontractors, 
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etc.) and by the macroeconomic context. This is why it is also necessary for retailers to adapt their logistics 
choices to the strategic environment.  
This way of thinking has consequences for transport policies; a parallel with education policy can be drawn. 
As Bourdieu [30] points out: “By treating all the teachers as equals in rights and obligations, however unequal 
they may be in reality, the education system is compelled to give its sanction to initial inequalities before culture.” 
Similarly, when transport policy does not take into account the specific operating context of each company, it 
only reproduces trends in mobility and imbalances in modal share. 
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Appendix A. An example of indications 
Logistics organization: 
• Volumes of stocks  
• Responsibility of the 
logistic organization 
• Outsourcing logistic 
organization   
• Size of the storage area 
• Location of the storage 
area 
• Type of logistic services 
on the goods 
• Type of ITC tools used 
 
Transport organization: 
• Responsibility of the 
transport organization 
• Outsourcing of the 
transport  
• Type of transport 
organization 
• Type of Route  
 
Features for the transport:  
• Volumes  
• Frequency of deliveries 
• Mode  
• Type of vehicles 
• Rate of loading 
• Origin of the deliveries 
• Delivery time from the 
POS’s order 
• Transport cost  
• Transport specificities 
Micro-economic strategy 
of the retailer: 
• Number of employees 
• Location of the shops 
• Type of products 
• Share of products with 
transport specificity:  
• Seasonality of the 
products:  
• Quantities sold  
• Size of the assortment 
• number of references  
• Length of life of the 
product: 
• Frequency of 
renewing of the 
assortment 
• Marketing strategy of 
the retailer 
• Frequency of 
replenishment 
• Seasonality 
• Type of shops 
• Number of POS at a 
company level  
• Format of the shop 
• Legal status of the 
shops: 
• Size of the sales area: 
 
Meso-economic 
environment of the 
retailer: 
• Number of suppliers 
• Location of the 
suppliers 
• Cooperation with 
other POS 
• Type of suppliers 
• Type of wholesalers  
Macro-economic 
environment of the 
retailer: 
• Market share of the 
group/POS 
• Number of major 
competitors at the 
group level 
• Number of POS abroad 
• Strict zoning rules for 
retailers’ location 
• Strict size rules for 
retailers’ location 
• Specificity of 
consumers’ needs 
 
 
